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1
DISCONNECTABLE DRIVELINE WITH A
MULTI-SPEED RDM AND PTU

CROSS-REFERENCE TO RELATED
APPLICATIONS

This application claims the benefit of U.S. Provisional
Patent Application No. 61/660,063 entitled “DISCONNECT-
ABLE DRIVELINE WITH A TWO-SPEED RDM AND
PTU” filed Jun. 15, 2012, the disclosure of which is incorpo-
rated by reference as if fully set forth herein in its entirety.

FIELD

The present disclosure relates generally to all-wheel drive
vehicles and more particularly to multi-speed disconnectable
drivelines for all-wheel drive vehicles.

BACKGROUND

This section provides background information related to
the present disclosure which is not necessarily prior art.

Many modern automotive vehicles, such as crossover
vehicles, are available with an all-wheel drive (AWD) driv-
etrain that is based on a front-wheel drive (FWD) architec-
ture. This optional drivetrain arrangement permits drive
torque to be selectively and/or automatically transferred from
the powertrain to both the primary (i.e., front) driveline and
the secondary (i.e., rear) driveline to provide better traction
when the vehicle is operated in inclement weather and on
off-highway road conditions. Such AWD vehicles necessarily
are equipped with a much more complex drivetrain which, in
addition to the primary driveline, must include the additional
components associated with the secondary driveline such as a
power take-off unit and a propshaft.

In an effort to minimize driveline losses (i.e., viscous drag,
friction, inertia and oil churning) associated with secondary
driveline being back-driven when no drive torque is transmit-
ted thereto, it is known to incorporate a disconnect system that
is configured to uncouple components of the secondary driv-
eline such as, for example, the rear wheels or the rear differ-
ential from the remainder of the secondary driveline. To this
end, there remains a need in the art for development of
improved disconnectable drivelines for use in AWD vehicles.

SUMMARY

It is an aspect of the present teachings to provide a discon-
nectable secondary driveline arrangement for use with all-
wheel drive vehicles that includes a multi-speed power take-
offunit, a multi-speed rear drive module, and a control system
for controlling coordinated actuation of the multi-speed
power take-off unit and the multi-speed rear drive module.

In accordance with these and other aspects of the present
teachings, an all-wheel drive vehicle can include a power-
train, a primary driveline, a power take-off unit, a secondary
driveline, and a control system. The powertrain can include a
prime mover and a transmission having an output. The pri-
mary driveline is driven by the transmission output and is
operable to direct rotary power from the prime mover through
the power take-off unit to a first differential for driving a pair
of first vehicle wheels. The power take-off unit is operable
under the control of the control system in one of a discon-
nected mode and a connected mode. The power take-oftf unit
is operable in its connected mode to direct rotary power from
the transmission output to the secondary driveline. The sec-
ondary driveline can include a rear drive module and a prop-
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shaft that couples an output of the power take-off unit to an
input of the rear drive module. The rear drive module can
include a second differential interconnecting a pair of second
axleshafts to a pair of second vehicle wheels, and at least one
torque transfer device operably disposed between the input
and the second differential. The torque transfer device is
operable under the control of the control system in one of a
disconnected mode and a connected mode. The torque trans-
fer device is operable in its connected mode to direct rotary
power transmitted by the power take-off unit to the second
differential. When the power take-off unit and the torque
transfer device are in their disconnected modes, rotary power
is only transmitted to the first vehicle wheels. The torque
transfer device is operable in its disconnected mode to prevent
the second vehicle wheels and the second differential from
back-driving the input of the rear drive module, the propshaft,
and the output of the power take-off unit. The power take-off
unit is operable in its disconnected mode to prevent the trans-
mission output from driving the propshaft.

In addition to the above, an all-wheel drive vehicle of the
present teachings can also include a multi-speed power take-
off unit and a multi-speed rear drive module. The power
take-off unit is still operable in its disconnected and con-
nected modes but further includes a multi-speed range unit
that is operably disposed between the transmission output and
the first differential. The multi-speed range unit is configured
to establish two distinct speed ratio drive connections
between the transmission output and the first differential.
Pursuant to one embodiment, the power take-off unit
equipped with the multi-speed range unit is capable of estab-
lishing a two-wheel high-range drive connection, a four-
wheel high-range drive connection, and a four-wheel low-
range drive connection between the transmission output and
the first differential. The rear drive module is still operable in
its disconnected and connected modes but further includes a
multi-speed range unit that is operably disposed between the
input and the second differential. The multi-speed range unit
is configured to establish two distinct speed ratio drive con-
nections between the input and the second differential. Pur-
suant to one embodiment, the rear drive module is capable of
establishing a high-range drive connection and a low-range
drive connection between the input and the second differen-
tial. The control system is operable to coordinate actuation of
the multi-speed power switching mechanism and the multi-
speed rear drive module.

In accordance with other aspects of the present teachings,
the power take-off unit equipped with a multi-speed range
unit is capable of establishing a high-range drive connection
and an overdrive connection between the transmission output
and the first differential. Similarly, the rear drive module
equipped with a multi-speed range unit is capable of estab-
lishing a high-range drive connection and an overdrive con-
nection between the input and the second differential. Thus,
the multi-speed range units associated with both the power
take-off unit and the rear drive module can be configured to
provide either a reduction speed ratio or an overdrive speed
ratio drive connection in addition to a direct (high-range) ratio
drive connection.

Further areas of applicability will become apparent from
the description and claims herein. The description and spe-
cific examples in this summary are intended for purposes of
illustration only and are not intended to limit the scope of the
present disclosure.

DRAWINGS

The drawings described herein are for illustrative purposes
only of selected embodiments and are not intended to limit the
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scope of the present disclosure in any way. Similar or identi-
cal elements are given consistent reference numerals through-
out the various figures.

The present disclosure will become more fully understood
from the detailed description and the accompanying drawings
wherein:

FIG. 1 is a schematic of a motor vehicle equipped with a
disconnectable all-wheel drive system constructed in accor-
dance with the present teachings;

FIGS. 2 and 2A are schematic illustrations of the power-
train and primary driveline associated with the disconnect-
able all-wheel drive system of FIG. 1 which is equipped with
a multi-speed power take-off unit;

FIG. 3 is a schematic view of an alternative exemplary
embodiment of a multi-speed power take-off unit configured
for use with the all-wheel drive system of FIG. 1;

FIGS. 4 and 5 are schematic views of other alternative
exemplary embodiments of a multi-speed power take-off unit
configured for use with the all-wheel drive system of FIG. 1;

FIG. 6 is a schematic illustration of a multi-speed rear drive
module associated with the disconnectable all-wheel drive
system of FIG. 1;

FIG. 7 is a sectional view of a multi-speed rear drive
module constructed in accordance with the exemplary
embodiment shown in FIG. 6;

FIG. 8 is a schematic view of an alternative exemplary
embodiment of a multi-speed rear drive module configured
for use with the all-wheel drive system of FIG. 1; and

FIG. 9 is a partial schematic of another alternative exem-
plary embodiment of a multi-speed rear drive module.

DETAILED DESCRIPTION

The following exemplary embodiments are provided so
that the present disclosure will be thorough and fully convey
the scope to those skilled in the art. Numerous specific details
are set forth such as examples of specific components, devices
and schematic configurations to provide a thorough under-
standing of exemplary embodiments of the present disclo-
sure. However, it will be apparent to those skilled in the art
that these specific details need not be employed, that the
exemplary embodiments may be embodied in many different
forms, and that neither should be construed to limit the scope
of the present disclosure.

With reference to FIG. 1 of the drawings, a motor vehicle
constructed in accordance with the teachings of the present
disclosure is schematically shown and generally indicated by
reference numeral 10. The motor vehicle 10 can include a
powertrain 12 and a drivetrain 14 that can include a primary
driveline 16, a power switching mechanism 18, a secondary
driveline 20, and a control system 22. In accordance with
various aspects of the present teachings, the primary driveline
16 can be a front driveline while the secondary driveline 20
can be a rear driveline.

The powertrain 12 can include a prime mover 24, such as an
internal combustion engine or an electric motor, and a trans-
mission 26 which can be any type of ratio-changing mecha-
nism, such as a manual, automatic, or continuously variable
transmission. The prime mover 24 is operable to provide
rotary power to the primary driveline 16 and the power
switching mechanism 18.

With additional reference to FIG. 2, the primary driveline
16 can include a pair of first axleshafts 301, 30R which drive
a pair of first vehicle wheels 321, 32R. The power switching
mechanism 18, hereinafter referred to as a power take-off unit
(PTU), can include a PTU input 34 adapted to be driven by an
output 36 of the transmission 26, a PTU output 38, a transfer
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gear assembly 40, a disconnect mechanism 42, a multi-speed
range unit 44, and a first diftferential 46. The first differential
46 is a bevel-type gearset having a first differential case 48
driving a pair of first pinion gears 50, and a pair of first side
gears 52 driven by the first pinion gears 50 and which are
connected to the inboard ends of the first axleshafts 30L, 30R.
The PTU input 34 can include a tubular input shaft 54 con-
centrically surrounding a portion of first axleshaft 301, and
having an input gear 56 meshed with and driven by a trans-
mission output gearset 58. The PTU output 38 can include an
output pinion shaft 60 having a pinion gear 62. The transfer
gear assembly 40 can include a hollow transfer shaft 64
surrounding a portion of the input shaft 54 and a hypoid gear
66 that is fixed for rotation with the transfer shaft 64 and in
constant mesh with pinion gear 62.

The disconnect mechanism 42 is a multi-plate friction
clutch assembly that can be selectively actuated to releasably
couple the transfer shaft 64 to the input shaft 54 for transmit-
ting rotary power from the powertrain 12 to the secondary
driveline 20. The disconnect clutch assembly 42 includes a
clutch pack 70 of interleaved inner and outer friction plates
coupled respectively to the input shaft 54 and the transfer
shaft 64, and a disconnect actuator 72 configured to generate
and exert a clutch engagement force on the clutch pack 70.
Disconnect actuator 72 can include a hydraulically-operated
disconnect piston that is disposed for sliding movement
within a disconnect pressure chamber. FIG. 1 schematically
discloses a hydraulic power pack 74 that is operable to control
the hydraulic pressure supplied to the disconnect pressure
chamber for regulating the clutch engagement force applied
to the clutch pack 70 by the disconnect piston in response to
control signals from the control system 22. While only shown
schematically, it is understood that the hydraulic powerpack
74 can include all components required to generate and sup-
ply pressurized fluid between the disconnect pressure cham-
ber and a fluid reservoir and can include a fluid pump and
required electrically-controlled valving for this purpose.

The disconnect mechanism 42 is operable in a first of
“disconnected” mode to release the clutch engagement force
applied to the clutch pack 70 such that the input shaft 54 is
disconnected from driven engagement with the transfer shaft
64. Thus, no rotary power is transmitted from the powertrain
12 to the output pinion shaft 60. The disconnect mechanism
42 is further operable in a second or “connected” mode
wherein a sufficient clutch engagement force is generated and
applied to the clutch pack 70 by the disconnect piston to cause
the transfer shaft 64 to be rotatively driven by the input shaft
54. Thus, rotary power is transmitted from the powertrain 12
to the output pinion shaft 60. As will be detailed, the output
pinion shaft 60 is coupled via a propshaft 76 to the secondary
driveline 20.

With continued reference to FIG. 2, the multi-speed range
unit 44 can include an epicyclic planetary gear assembly 80,
a first or “high” range clutch 82, and a second or “low” range
clutch 84. The planetary gear assembly 80 can include a ring
gear 86, a sun gear 88, and planet gears 90 that are meshed
with both the ring gear 86 and the sun gear 88. The planet
gears 90 are rotatably supported from a planet carrier 92 that
is fixed to, or integrally formed with, the first differential case
48 of the first differential 46 for common rotation therewith.
The sun gear 88 is fixed for common rotation with the input
shaft 54.

The first range clutch 82 is operably disposed between the
sun gear 88 and the ring gear 86 and includes a high-range
clutch pack 94 and a high-range actuator 96. The high-range
clutch pack 94 includes interleaved inner and outer friction
plates fixedly coupled respectively to the sun gear 88 (or the
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input shaft 54) and a clutch drum 98 that is fixed to the ring
gear 86. The high-range actuator 96 is configured to generate
and exert a clutch engagement force for use in conjunction
with the release of the high-range clutch pack 94. High-range
actuator 96 can include a spring-applied device (not shown)
for normally engaging the clutch pack 94, and a hydrauli-
cally-operated piston disposed for sliding movement in a
high-range pressure chamber. The hydraulic powerpack 74
(FIG. 1) is configured to control the hydraulic pressure sup-
plied to the high-range pressure chamber for regulating the
magnitude of the clutch engagement force in response to
control signals from the control system 22. The range clutch
82 is normally-closed (via the spring-applied device) for fric-
tionally engaging the high-range clutch pack 94 and effec-
tively coupling the ring gear 86 for rotation with the sun gear
88 s0 as to establish a first or “engaged” mode. This connec-
tion between the sun gear 88 and the ring gear 86 through the
spring loaded high-range clutch pack 94 can be selectively
released to establish a second or “disengaged” mode by caus-
ing the high-range actuator 96 to exert the clutch engagement
force on the spring-applied device so as to release the clutch
pack 94 and permit the sun gear 88 to rotate relative to the ring
gear 86.

The second range clutch 84 is operably disposed between
the ring gear 86 and a stationary portion of a PTU housing 100
and includes a low-range clutch pack 102 and a low-range
actuator 104. The low-range clutch pack 102 includes alter-
natively interleaved inner and outer friction plates fixedly
coupled respectively to the clutch drum 98 fixed to the ring
gear 86 and a non-rotary portion of PTU housing 100. The
low-range actuator 104 is configured to generate and exert a
clutch engagement force on the low-range clutch pack 102 to
shift between a first or “disengaged” mode and a second or
“engaged” mode. The low-range actuator 104 can include a
hydraulically-operated piston disposed for sliding movement
in a low-range pressure chamber. The hydraulic powerpack
74 is again configured to control the hydraulic pressure sup-
plied to the low-range pressure chamber in response to con-
trol signals from the control system 22. With the second range
clutch 84 operating in its first mode, the ring gear 86 is
permitted to rotate. In contrast, with the second range clutch
84 operating in its second mode, the ring gear 86 is braked
against rotation.

The multi-speed range unit 44 is operable to establish two
different speed ratio drive connections between the input
shaft 54 and the first differential case 48. Specifically, a first or
direct drive connection is established when the first range
clutch 82 is operating in its first (“engaged”) mode and the
second range clutch 84 is operating in its first (“disengaged™)
mode. As such, the sun gear 88 and the ring gear 86 are
coupled for common rotation which, in turn causes the planet
carrier 92 to be driven at a common speed with the input shaft
54. This direct drive connection between the input shaft 54
and the second differential case 48 is commonly referred to as
the high-range and establishes a 1:1 speed ratio. A second or
reduction ratio drive connection is established when the first
range clutch 82 is operating in its second (“disengaged”)
mode and the second range clutch 84 is operating in its second
(“engaged”) mode. Accordingly, ring gear 86 is held against
rotation and subsequent rotation of the sun gear 88 (via the
input shaft 54) causes the planet carrier 92 to rotate at a
reduced speed ratio (also referred to as an underdrive ratio)
relative to the input shaft 54. Finally, a third or neutral non-
driven mode is established when the first range clutch 82 is
operating in its second (“disengaged”) mode and the second
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6

range clutch 84 is operating in its first (“disengaged”) mode.
In this neutral mode, the second differential 46 is not driven
by the input shaft 54.

Referring to FIG. 2A, a slightly modified version of the
multi-speed PTU 18' is shown. Specifically, PTU 18' is sub-
stantially similar to PTU 18 of FIG. 2 except that the second
range clutch 84 has been replaced with a brake 105 operably
disposed between the ring gear 86 (or the clutch drum 98) and
PTU housing 100. The brake 105 can be hydraulically-oper-
ated by the hydraulic powerpack 74 in response to control
signals from the control system 22 for shifting between its
first (disengaged) and second (engaged) modes. In its first
mode, brake 105 is released for permitting rotation of the ring
gear 86. In its second mode, brake 105 is actuated to prevent
rotation of the ring gear 86.

Referring to FIG. 3, another modified version of power
take-off unit 18 will be described and identified by reference
numeral 18A. Power take-off unit 18A is generally similar to
power take-off unit 18 with the exception that it incorporates
a multi-speed range unit 44A having a different planetary
gear assembly 80A. In particular, ring gear 86A is now fixed
for rotation with the first differential case 48 of the first
differential 46 and a set of second planet gears 91 are also
supported by the planet carrier 92A. The first planet gears 90
only mesh with the sun gear 88 while the second planet gears
91 mesh with the first planet gears 90 and the ring gear 86A.
Furthermore, the first range clutch 82A is now arranged to
normally couple and selectively release a connection between
the sun gear 88 and the planet carrier 92A while the second
range clutch 84A is now arranged to selectively couple and
release a connection between the sun gear 88 and the planet
carrier 92A. As before, the first or direct drive connection
between the input shaft 54 and the first differential case 48 is
established with the first range clutch 82 A operating in its first
mode and the second range clutch 84 A operating in its first
mode. Likewise, the reduction ratio drive connection is estab-
lished when the first range clutch 82A is operating in its
second mode and the second range clutch 84 A is operating in
its second mode. Thus, power take-off units 18 (FIG. 2), 18'
(FIG.2A) and 18A (FIG. 3) are configured to permit selection
of a direct (high-range) and a reduction (low-range) ratio
drive connection between the input shaft 54 and the first
differential 46.

Referring now to FIG. 4, another alternative embodiment
of'a power take-oftunit 18B is shown and which is configured
to permit selection of an overdrive ratio drive connection
between the input shaft and the first differential instead of a
reduction ratio drive connection. Since several similar com-
ponents are associated with these alternative configurations,
common reference numbers are used to identify such similar
components.

Power take-off unit 18B can be equipped with a multi-
speed range unit 44B having an epicyclic gear assembly 80B,
a first range clutch 82B, and a second or overdrive range
clutch, hereinafter second range clutch 84B. The planetary
gear assembly 80B can include a planet carrier 92B fixed for
rotation with the input shaft 52, a ring gear 86B fixed for
rotation with the first differential case 48, a sun gear shaft 110
having a sun gear 88B, and planet gears 90B rotatably sup-
ported from the carrier 92B and which are meshed with the
ring gear 86B and the sun gear 88B.

The first range clutch 82B is operably disposed between
the ring gear 86B and the sun gear 88B and includes a high-
range clutch pack 94B and a high-range actuator 96B. The
clutch pack 94B includes interleaved inner and outer friction
plates respectively coupled to the sun gear shaft 110 and the
clutch drum 98B that is fixed to the ring gear 86B. The
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high-range actuator 96B can include a spring-applied device
for frictionally engaging the high-range clutch pack 94B and
establishing the first or “engaged” mode wherein the sun gear
88B and the ring gear 86B are coupled for common rotation,
and a high-range piston. Actuation of the high-range actuator
968 is operable to move the high-range piston for shifting the
first range clutch 82B into its second or “disengaged” mode
against the biasing of the spring-applied device. As men-
tioned, the piston of the high-range actuator 96B is moveable
in a pressure chamber to release frictional engagement of the
clutch pack 94B so as to permit the ring gear 86B to rotate
relative to the sun gear 88B.

The second range clutch 84B is operably disposed between
the sun gear shaft 110 and a portion of housing 100. The
second range clutch 84B includes an overdrive clutch pack
112 and an overdrive actuator 114. The overdrive clutch pack
112 can include a plurality of interleaved inner and outer
friction plates coupled between a hub 116 fixed to the sun gear
shaft 110 and the housing 100. The overdrive actuator 114 is
configured to generate and exert a clutch engagement force on
the clutch pack 112 to shift between a first (“disengaged”)
mode and a second (“engaged”) mode. With second range
clutch 84B operating in its first mode, the sun gear shaft 110
is permitted to rotate while in its second mode, the sun gear
88B is braked against rotation. It is contemplated that the
overdrive actuator 114 can include a hydraulically-operated
piston that is supplied with pressurized hydraulic fluid by the
powerpack 74 in response to control signals from the control
system 22.

As mentioned, the multi-speed range unit 44B is operable
to establish a direct ratio and an overdrive ratio connection
between the input shaft 54 and the first differential 46. Spe-
cifically, the direct drive connection is established when the
first range clutch 82B is operating in its first (engaged) mode
and the second range clutch 84B is operating in its first (dis-
engaged) mode. As such, the planet carrier 92B drives the ring
gear 86B at a common speed. The overdrive connection is
established when the first range clutch 82B is operating in its
second (disengaged) mode and the second range clutch 84B is
operating in its second (engaged) mode. Thus, the sun gear
88B is held against rotation and driven rotation of the carrier
92B (via the input shaft 54) causes the ring gear 86B to be
driven at an increased speed relative to the speed of the input
shaft 54. It is contemplated that the multi-speed range unit
44B could further include a one-way clutch 115 positioned
between the planet carrier 92B and the ring gear 86B to
facilitate a smooth “power-on” shift between the high range
and overdrive connections.

Referring to FIG. 5, another alternative embodiment of the
PTU 18C is shown to be generally similar to PTU 18B of FIG.
4 and is operable to provide a high-range and an overdrive
connection between the input shaft 54 and the first differential
46. However, PTU 18C includes an epicyclic gear assembly
80C having compound planet gears 90C rotatably supported
from the planet carrier 92C. Each compound planet gear 90C
has a first gear portion 93 that is meshed with the sun gear 88C
and a second gear portion 95 that is meshed with the ring gear
86C. It will be noted that the remainder of PTU 18C is
practically identical to PTU 18B such that common reference
numerals are used to identify similar components. The opera-
tion of the first range clutch 82B and the second range clutch
84B are the same as previously described to permit establish-
ment of the high-range and overdrive drive connection
between the input shaft 54 and the first differential case 48.

With particular reference now to FIGS. 1, 6 and 7, the
secondary driveline 20 can include the propshaft 76, a multi-
speed rear drive module (RDM) 120, a pair of second axle-
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shafts 1221, 122R and a set of second vehicle wheels 124L,
124R. A first end of the propshaft 76 can connect the output
pinion shaft 60 of the power take-off unit 18 to an input 126 of
the rear drive module 120. The rear drive module 120 can
include a housing 128, a second differential 130, a multi-
speed range unit 132 and an actuator assembly 134. The input
126 can include an input pinion shaft 136 having a pinion gear
138, a hollow spool shaft 140, and a hypoid hear 142 that is
fixed to the spool shaft 140 and meshed with the pinion gear
138. The second differential 130 can include a second differ-
ential case 144, at least one pair of second pinion gears 146
rotatably supported by the second differential case 144, and a
pair of second side gears 148 that are meshed with the second
pinion gears 146. The second side gears 148 are fixed for
rotation with the inboard ends of the second axleshafts 1221,
122R.

The multi-speed range unit 132 is operable to establish at
least two different speed ratio drive connections between the
spool shaft 140 and the second differential case 144. Specifi-
cally, the multi-speed range unit 132 can include an epicyclic
planetary assembly 150, a high-range torque transfer device
152, and a low-range torque transfer device 154. The plan-
etary gear assembly 150 includes a sun gear 156, a ring gear
158, a planet carrier 160, and a plurality of planet gears 162
that are rotatably supported from the planet carrier 160 and
meshed with both the sun gear 156 and the ring gear 158. The
planet carrier 162 is fixed to one end of an elongated quill
shaft 164 which surrounds axleshaft 122R. The opposite end
of the quill shaft 164 is coupled (i.e., splined) to the second
differential case 144. The sun gear 156 is formed on, or fixed
to, one end of a tubular sun gear shaft 166 that surrounds the
quill shaft 164. The opposite end of the sun gear shaft 166 is
fixedly coupled (i.e., splined) for rotation with the spool shaft
140.

The high-range torque transfer device, hereinafter H-TTD
152, includes a friction clutch pack 168 and a H-TTD actuator
170. The friction clutch pack 168 can include alternately
interleaved inner and outer friction plates coupled to the sun
gear shaft 166 and a drum extension 172 extending from the
ring gear 158. The H-TTD actuator 170 can include a hydrau-
lically-operated piston 174 that is disposed in a high-range
pressure chamber 176 for sliding movement relative to the
clutch pack 168. A flow channel 178 communicates with the
pressure chamber 176 and is supplied with pressurized fluid
from the actuator assembly 134 in response to control signals
from the control system 22. The H-TTD 152 is operable in a
first or “released” mode when the clutch pack 168 is released
to permit relative rotation between the sun gear 156 and the
ring gear 158. The H-TTD 152 is also operable in a second or
“engaged” mode when the clutch pack 168 is frictionally
engaged by the piston 174 to inhibit relative rotation between
the sun gear 156 and the ring gear 158.

The low-range torque transtfer device, hereinafter L-TTD
154, includes a friction clutch pack 180 and a L-TTD actuator
182. The friction clutch pack 180 includes alternately inter-
leaved inner and outer friction plates disposed between the
ring gear extension 172 and a stationary portion 184 of a
RDM housing 186. The L-TTD actuator 182 can include a
hydraulic piston 188 disposed for sliding movement in a
low-range pressure chamber 190 relative to the clutch pack
180. A flow channel 192 communicates with the pressure
chamber 190 and is supplied with pressurized fluid from the
actuator assembly 134 in response to control signals from the
control system 22. The L-TTD 154 is operable in a first or
“released” mode to permit rotation of the ring gear 158. The
L-TTD 154 is also operable in a second or “engaged” mode
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when the clutch pack 180 is frictionally engaged by the piston
188 to brake or slow rotation of the ring gear 158.

Referring to FIG. 8, a modified version of rear drive mod-
ule 120 will be described and hereinafter identified by refer-
ence number 120A. In general, rear drive module 120A is
similar to rear drive module 120 with the exception that it
incorporates a multi-speed range unit 132 A having a different
planetary gear assembly 150A. In particular, ring gear 158A
is now fixed for rotation with the second differential case 144
of'the second differential 130 and a set of second planet gears
163 are also supported by the planet carrier 160A. The first
planet gears 162A each mesh with the sun gear 156, the
second planet gears 163 each mesh with the ring gear 158A,
and at least one of the first planet gears 162 A also meshes with
at least one of the second planet gears 163. Furthermore, the
H-TTD 152A is now operably disposed between the sun gear
156 (or the sun gear shaft 166) and the planet carrier 160A.
Likewise, the L-TTD 154A is now operably disposed
between the planet carrier 160A and the RDM housing 128.
The H-TTD 152A is operable in its first or released mode to
permit relative rotation between the sun gear 156 and the
planet carrier 160 A and in its second or engaged mode (when
the clutch pack 168A is frictionally engaged) to prevent rela-
tive rotation between the sun gear 156 and the carrier 160A.
The L-TTD 154A is operable in its first or released mode to
permit rotation of the planet carrier 160A and in its second or
engaged mode to brake or slow rotation of the planet carrier
160A.

Referring now to FIG. 9, another alternative embodiment
of'a rear drive module 120B is shown and which is configured
to permit selection of an overdrive ratio connection between
the input 126 and the second differential 130 instead of the
reduction ratios previously described. The rear drive module
120B includes a multi-speed range unit 132B controlled by
the actuator assembly 134. The multi-speed range unit 133B
includes a planetary gear assembly 150B, a high-range TTD
152B, and an overdrive TTD 154B. The planetary gear
assembly 150B includes a sun gear 156B coupled to a sun
gear shaft 166B, a ring gear 158B coupled to the second
differential case 144, a planet carrier 160B coupled to aninput
shaft 155, and a plurality of compound planet gears 162B
rotatably supported by the planet carrier 160B. The input
shaft 155 surrounds a portion of the second axleshaft 1221,
and is coupled to the spool shaft 140 so as to be driven by the
RDM input 126. Thus, carrier 160B is the input component of
the gear assembly 150B while the ring gear 158B is its output
component. The sun gear shaft 166B is shown to surround a
portion of the input shaft 155. Each of the compound planet
gears 162B includes a first gear portion 163 meshed with the
sun gear 1568 and a second gear portion 161 meshed with the
ring gear 158B. A one-way clutch 115 is shown installed
between the input shaft 155 (or planet carrier 160B) and the
ring gear 158B (or the second differential case 144).

The high-range TTD 152B includes a friction clutch pack
168B and a H-TTD actuator 179B. The friction clutch pack
168B is operably disposed between the sun gear shaft 1668
and the drum extension 172B of the ring gear 158B. The
H-TTD actuator 170B can include a piston disposed in a
pressure chamber for movement relative to the clutch pack
168B. The high-range TTD 152B is operable in a first or
“released” mode when the clutch pack 168B is released to
permit relative rotation between the sun gear 1568 and the
ring gear 158B. The high-range TTD 152B is also operable in
a second or “engaged” mode when the clutch pack 168B is
frictionally engaged to inhibit relative rotation between the
sun gear 1568 and the ring gear 158B.
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The overdrive TTD 154B includes a friction clutch pack
180B and an overdrive actuator 182B. The friction clutch
180B is operably disposed between the sun gear shaft 1668
and RDM housing 128. The overdrive actuator 182B can
include a piston slidably disposed in a pressure chamber for
movement relative to the clutch pack 180B. The overdrive
actuator 182B is operable in a first or “released” mode to
permit rotation of the sun gear 156B and in a second or
“engaged” mode to brake or slow rotation of the sun gear
156B.

A first or high-range drive connection between the input
shaft 155 and the second differential case 144 is established
when the high-range TTD 152B is in its second mode and the
overdrive TTD 154B is operating in its first mode. In contrast,
a second or overdrive connection between the input shaft 155
and the second differential case 144 is established when the
high-range TTD 152B is operating in its first mode and the
overdrive TTD 154B is operating in its second mode. As such,
sun gear 1568 is braked and the ring gear 158B is driven at an
increased speed relative to the planet carrier 160B. A neutral
non-driven mode is established when both the high-range
TTD 152B and the overdrive TTD 154B are released.

The control system 22 is schematically shown in FIG. 1 to
include a controller 200, a group of first sensors 202, and a
group of second sensors 204. The group of first sensors 202
can be arranged within the motor vehicle 10 to sense a vehicle
parameter and responsively generate a first sensor signal. The
vehicle parameter can be associated with any combination of
the following: vehicle speed, yaw rate, steering angle, engine
torque, wheel speeds, shaft speeds, lateral acceleration, lon-
gitudinal acceleration, throttle position and gear position
without limitations thereto. The group of second sensors 204
can be configured to sense a driver-initiated input to one or
more on-board devices and/or systems within the vehicle 10
and responsively generate a second sensor signal. For
example, the motor vehicle 10 may be equipped with a sensor
associated with a mode selection device, such as a switch
associated with a push button or a lever, that senses when the
vehicle operator has selected between vehicle operation in a
two-wheel drive (FWD) mode and a four-wheel or all-wheel
drive (AWD) mode. Also, switched actuation of vehicular
systems such as the windshield wipers, the defroster, and/or
the heating system, for example, may be used by the control-
ler 200 to assess whether the motor vehicle 10 should be
shifted automatically between the FWD and AWD modes.

In operation, the vehicle 10 can normally be operated in a
two-wheel high-range drive mode in which the power take-
offunit 18, 18', 18 A establishes a high-range drive connection
between the powertrain 12 and the primary driveline 16 while
the rear drive module 120, 120A is disengaged. Specifically,
the disconnect mechanism 42 is operable in its disconnected
mode while the first range clutch 82, 82 A is normally engaged
and the second range clutch 84, 84A is disengaged. Accord-
ingly, all rotary power is transferred from the input shaft 54 to
the first differential 46 for driving the first wheels 321, 32R.
In addition, the H-TTD 152, 152A and the L-TTD 154, 154A
are maintained in their disengaged modes to disconnect the
secondary driveline 20.

When it is desired or necessary to operate the vehicle 10 in
an all-wheel high-range (AWD-H) drive mode, the control
system 22 can be activated to initially signal the H-TTD
actuator 170, 170A to shift the H-TTD 152, 152A into its
engaged mode for synchronizing the speeds of the primary
driveline 16 and the secondary driveline 20. Thereafter, a
four-wheel drive connection between the powertrain 12, the
primary driveline 16 and the secondary driveline 20 is estab-
lished by shifting the disconnect mechanism 42 into its con-



US 9,079,495 B2

11

nected mode. Thereafter, the H-TTD actuator 170 can be
controlled to vary the torque transmitted through the H-TTD
152, 152A to the second wheels 1241, 124R.

If during operation of the vehicle in its AWD-H mode, it is
desired or determined that improved traction requires opera-
tion in an all-wheel low-range (AWD-L) drive mode, the
control system 22 functions to coordinate shifting of power
take-off unit 18, 18', 18A into its four-wheel low-range mode
and rear drive module 120, 120A into its low-range mode.
Specifically, in the power take-off unit 18, 18', 18A, the dis-
connect mechanism 42 is maintained in its connected mode
while the first range clutch 82, 82A is released and the second
range clutch 84, 84A is engaged. Likewise, in the rear drive
module 120, 120A, the H-TTD 152, 152A is disengaged and
the L-TTD 154, 154A is engaged to establish the low-range
drive connection between the input shaft 166 and the second
differential 130.

Finally, a towing mode for the vehicle 10 can be established
by shifting the disconnect mechanism 42 into its discon-
nected mode and disengaging both the first range clutch 82,
82A and the second range clutch 84, 84A.

In all-wheel drive arrangements utilizing the power take-
off unit 18B, 18C and the rear drive module 120B capable of
establishing the overdrive mode in addition to the two-wheel
and all-wheel high-range drive modes, the control system 22
would again be configured to coordinate shifting of the shift-
able range clutches and disconnect mechanism in the PTU
and the TTD’s to establish either of a two-wheel overdrive
mode (2WD-O) or an all-wheel overdrive (AWD-O) drive
mode when required to meet specific traction requirements.

It is also an aspect of the present disclosure that the multi-
speed range units associated with the power take-off units and
the rear drive modules can be shifted while the motor vehicle
is in motion, referred to as “on-the-fly” range shifting. When
shifting from the all-wheel drive direct (high-range) into the
all-wheel drive non-direct (reduction or overdrive), it is con-
templated to: interrupt engine power; shift the PTU into neu-
tral while disconnect mechanism is connected; apply the
L-TTD or O-TTD to synchronize the drivelines; shift the PTU
into its non-direct drive connection; restore the engine power;
and use the L-TTD or O-TTD as a torque biasing device.
When shifting from the all-wheel drive non-direct mode into
the all-wheel drive direct mode, it is contemplated to: inter-
rupt engine power; shift the PTU into neutral while the dis-
connect mechanism is connected; apply the H-TTD to syn-
chronize the drivelines; restore engine power; and use the
H-TTD as a torque biasing device. The drivelines can also be
shifted from the 2WD into the AWD modes by: shifting the
PTU into its high-range mode with the disconnect mechanism
in its disconnected mode; open both RDM TTD’s; actuate the
H-TTD to synchronize the drivelines; shift the disconnect
mechanism into its connected mode; and use the H-TTD as a
torque biasing device.

The present disclosure is directed to all-wheel drive motor
vehicles having a disconnectable power take-off and rear
drive module to permit disconnection of various rotary com-
ponents in an effort to improve fuel economy and extend the
service life. In addition, multi-speed range units are incorpo-
rated into one or both of the power take-off units to permit
selection of at least two different speed ratio drive connec-
tions. The multi-speed range units can be configured to pro-
videadirect (1:1) ratio drive connection and a non-direct ratio
drive connection. The non-direct ratio can be either an under-
drive (i.e., reduction) ratio or an overdrive ratio depending on
the desired speed ratios. It will be understood that it is pref-
erable, but not limiting, to match the multi-speed range unit
integrated into each of the power take-off and the rear drive
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module to provide one of the underdrive/overdrive non-direct
speed ratios in addition to the direct ratio to meet the desired
torque distribution requirements of a particular vehicle.

While specific aspects have been described in the specifi-
cation and illustrated in the drawings, it will be understood by
those skilled in the art that various changes can be made and
equivalents can be substituted for elements and components
thereof without departing from the scope of the present teach-
ings, as defined in the claims. Furthermore, the mixing and
matching of features, elements, components and/or functions
between various aspects of the present teachings are
expressly contemplated herein so that one skilled in the art
will appreciate from the present teachings that features, ele-
ments, components and/or functions of one aspect of the
present teachings can be incorporated into another aspect, as
appropriate, unless described otherwise above. Moreover,
many modifications may be made to adapt a particular situa-
tion, configuration, or material to the present teachings with-
out departing from the essential scope thereof. Therefore, it is
intended that the present teachings not be limited to the par-
ticular aspects illustrated by the drawings and described in the
specification as the best mode presently contemplated for
carrying out the present teachings, but that the scope of the
present teachings include many aspects and examples follow-
ing within the foregoing description and the appended claims.

What is claimed is:

1. An all-wheel drive system for a motor vehicle, the motor
vehicle having a powertrain, a first pair of wheels and a
second pair of wheels, the all-wheel drive system comprising:

a primary driveline including a first input, a first differen-

tial, a first multi-speed range unit, and a power take-off
unit, the first input being configured to be driven by the
powertrain, the first differential having a first pair of
differential outputs and being configured to distribute
rotary power for driving the first pair of wheels, the first
multi-speed range unit being operable in first and second
speed ratio drive connections for transmitting rotary
power between the first differential and the first input,
the power take-off unit having a disconnect mechanism,
which selectively couples a power take-off input mem-
ber to the first input for rotation therewith, and a first
output, wherein the first input and the first and second
differential outputs are rotatable about a first rotary axis;
and

a secondary driveline including a second input, a second

differential and a second multi-speed range unit, the
second input being coupled to the power take-off unit to
receive rotary power therefrom, the second differential
being configured to distribute rotary power for driving
the second pair of wheels;

wherein the second multi-speed range unit is selectively

operable to establish first and second speed ratio drive
connections between the second input and the second
differential.

2. The all-wheel drive system of claim 1, wherein the
second multi-speed range unit comprises a transmission and
first and second clutches that are selectively operable to con-
trol operation of the transmission.

3. The all-wheel drive system of claim 2, wherein at least
one of first and second clutches comprises a multi-plate fric-
tion clutch.

4. The all-wheel drive system of claim 2, wherein the
transmission is a planetary transmission.

5.Theall-wheel drive system of claim 4, wherein one of the
first and second clutches is selectively operable to inhibit
relative rotation between at least two of a sun gear, a ring gear,
a planet gear and a planet carrier.
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6. The all-wheel drive system of claim 5, wherein the
secondary driveline further comprises a housing into which
the second input, the second differential and the second multi-
speed range unit are disposed in, and wherein the other one of
the first and second clutches is selectively operable to inhibit
rotation between the housing and one of'the ring gear, the sun
gear and the planet carrier.

7. The all-wheel drive system of claim 2, wherein the first
and second clutches can be selectively operated to inhibit
transmission of rotary power between the second input and
the second differential.

8. The all-wheel drive system of claim 2, wherein the
second input comprises a pinion gear that is meshed with a
ring gear, wherein the ring gear is mounted on a ring gear shaft
for common rotation, wherein the first clutch has a first clutch
input member, wherein the second clutch has a second clutch
input member, and wherein the first and second clutch input
members are coupled to a shaft that is disposed concentrically
about the ring gear shaft.

9. The all-wheel drive system of claim 8, wherein the ring
gear shaft is hollow and wherein an axle shaft is received
through the ring gear shaft.

10. The all-wheel drive system of claim 8, wherein the
second multi-speed range unit comprises a third clutch that is
disposed between the ring gear shaft and a case of the second
differential.

11. The all-wheel drive system of claim 10, wherein the
third clutch is a one-way clutch.

12. The all-wheel drive system of claim 1, wherein the
disconnect mechanism comprises a multi-plate friction
clutch.

13. The all-wheel drive system of claim 1, wherein the first
multi-speed range unit comprises a transmission and at least
one clutch that is selectively operable to control operation of
the transmission.
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14. The all-wheel drive system of claim 13, wherein the at
least one clutch comprises a multi-plate friction clutch.

15. The all-wheel drive system of claim 13, wherein the
transmission is a planetary transmission.

16. The all-wheel drive system of claim 15, wherein the at
least one clutch comprises a first clutch that is selectively
operable to inhibit relative rotation between at least two of: a
sun gear, a ring gear and a planet carrier.

17. The all-wheel drive system of claim 16, wherein the
primary driveline further comprises a housing into which the
first input, the first differential and the first multi-speed range
unit are disposed in, and wherein the at least one clutch
comprises a second clutch that is selectively operable to
inhibit rotation between the housing and one of the ring gear,
the sun gear and the planet carrier.

18. The all-wheel drive system of claim 13, wherein the
first input comprises a hollow shaft member, wherein the at
least one clutch comprises a first clutch and a second clutch,
wherein the first clutch has a first clutch input member,
wherein the second clutch has a second clutch input member,
and wherein the first and second clutch input members are
coupled to a shaft that is disposed concentrically about the
hollow shaft member.

19. The all-wheel drive system of claim 18, wherein an axle
shaft is received through the hollow shaft member.

20. The all-wheel drive system of claim 18, wherein the
first multi-speed range unit comprises a third clutch that is
disposed between the hollow shaft member and a case of the
first differential.

21. The all-wheel drive system of claim 20, wherein the
third clutch is a one-way clutch.
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